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SYSTEMIS FOR ACTIVELY CONTROLLING 
THE AEROSTATIC LIFT OF AN AIRSHIP 

FIELD OF THE INVENTION 

Various embodiments of the invention relate generally to 
systems for providing active vertical control of an airship. 
More particularly, at least one embodiment of the invention 
relates to a system for actively controlling the aerostatic lift 
of an airship by manipulating the ratio of air to lifting gas 
contained within the airship, and thus the overall mass of the 
airship. This manipulation is accomplished by actively com 
pressing and/or decompressing the lifting gas, with the 
resulting pressure differential borne primarily by the hull 
and/or an internal pressure tank depending upon the con 
figuration. 

DESCRIPTION OF THE RELATED ART 

Conventional lighter-than-air or buoyant aircraft (com 
monly referred to as “airships') employ a lighter-than-air 
lifting gas, typically helium, to provide buoyancy or “lift.” 
Temperature and pressure changes resulting from altitude 
changes and varying atmospheric conditions generally cause 
the helium contained within the hull of the airship to expand 
or contract, resulting in a constantly varying Volume of 
helium. To maintain a constant internal pressure, conven 
tional airships employ one or more fabric ballonets. The 
fabric ballonets are a passive system that reacts to changes 
in helium volume by passively filling with outside air, or 
exhausting air to the atmosphere, to compensate for changes 
in helium volume and maintain hull pressure within accept 
able limits. A conventional airship is pressurized only to the 
minimum extent necessary to maintain its hull shape under 
flight and mooring loads. 

Positive buoyancy (sometimes described as the airship 
being “statically light') is obtained when the amount of 
buoyancy or “lift generated by the lifting gas is greater than 
the mass (weight) of the airship and its payload, thereby 
enabling the airship to ascend without the need for any other 
form of assistance, such as dynamic lift and/or vectored 
engine thrust. Negative buoyancy (sometimes described as 
the airship being “statically heavy') is obtained when the 
amount of buoyancy or “lift' generated by the lifting gas is 
less than the mass (weight) of the airship and its payload, 
thereby causing the airship to descend and preventing it 
from ascending or remaining aloft without employing some 
other form of assistance, such as dynamic lift and/or vec 
tored engine thrust. In a conventional airship, the pilot and 
crew have no way of actively manipulating the buoyancy of 
the airship other than releasing helium into the atmosphere 
or releasing disposable ballast (such as sand or water). 

To compensate for the loss of weight during a flight as 
fuel is consumed, a conventional airship usually begins its 
flight statically heavy. To overcome this heaviness and 
become airborne, the airship either has to generate dynamic 
lift by performing a takeoff run similar to that of an airplane 
(but generally of shorter length), or, if so equipped, by using 
vectored engine thrust to ascend to an altitude where the 
additional weight can again be carried by forward movement 
and dynamic lift. Even if the airship takes off statically 
heavy, it normally arrives at its destination statically light, 
after fuel is consumed during the flight, making the landing 
maneuver very difficult. In a conventional airship, this 
statically light condition can be overcome only by employ 
ing negative lift to force the airship down via forward 
airspeed, or by employing vectored engine thrust to force the 
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2 
airship downward. The negative lift method requires a 
minimum length of runway or similar cleared Surface for 
useful operation, while the vectored engine thrust method 
consumes a great deal of fuel and requires expensive vec 
tored engines. 

Another drawback of conventional airships is the diffi 
culty experienced in offloading passengers and cargo. That 
is, as passengers and cargo are offloaded, the airship 
becomes increasingly buoyant. Therefore, ballast (Such as 
sand or water) must be loaded onto the airship to compensate 
for the increased buoyancy and Subsequently offloaded to 
allow the airship to become airborne again. Alternatively, 
the airship may be firmly affixed to the ground via cables or 
other fastening devices, or through a constantly compensat 
ing downward force generated by vectored engine thrust. 

BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. 1 illustrates a front perspective view of an airship 
that employs a density control buoyancy system for con 
trolling the ascent and descent of the airship according to 
one embodiment of the invention. 

FIG. 2 illustrates an underside view of the airship of FIG. 
1 that employs a density control buoyancy system for 
controlling the ascent and descent of the airship according to 
one embodiment of the invention. 

FIG. 3A illustrates a cross-sectional view of an airship 
having an active density control buoyancy system in equi 
librium or ascent (i.e., positive buoyancy) where the hull is 
under relatively lower pressure according to one embodi 
ment of the invention. 

FIG. 3B illustrates a cross-sectional view of an airship 
having an active density control buoyancy system in descent 
(i.e., negative buoyancy) where the hull is under relatively 
higher pressure according to one embodiment of the inven 
tion. 

FIG. 3C illustrates a cross-sectional view of an airship 
having a toroidal-shaped, flexible compartment positioned 
around a bottom surface of the hull according to one 
embodiment of the invention. 

FIG. 3D illustrates a perspective view of the airship of 
FIG. 3C with a portion of the hull removed to show the 
flexible compartment positioned within the hull according to 
one embodiment of the invention. 

FIG. 4A illustrates a cross-sectional view of an airship 
including an active DCB system having a pressure tank and 
one or more flexible compartments where a lifting gas is 
pumped out of the pressure tank to cause the airship to 
ascend according to one embodiment of the invention. 

FIG. 4B illustrates a cross-sectional view of an airship 
including an active DCB system having a pressure tank and 
one or more flexible compartments where a lifting gas is 
pumped into the pressure tank to cause the airship to descend 
according to one embodiment of the invention. 

FIG. 5A illustrates a cross-sectional view of an airship 
including an active DCB system having a pressure tank and 
one or more flexible compartments where air is pumped out 
of the pressure tank into the atmosphere to cause the airship 
to ascend according to one embodiment of the invention. 

FIG. 5B illustrates a sectional view of an airship including 
an active DCB system having a pressure tank and one or 
more flexible compartments where air is pumped into the 
pressure tank from the atmosphere to cause the airship to 
descend according to one embodiment of the invention. 

FIG. 6A illustrates a cross-sectional view of an airship 
including an active DCB system having a pressure tank 
where air is pumped out of the pressure tank into the 
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atmosphere and a lifting gas is pumped into the pressure tank 
from within the hull to cause the airship to ascend according 
to one embodiment of the invention. 

FIG. 6B illustrates a cross-sectional view of an airship 
including an active DCB system having a pressure tank 
where air is pumped into the pressure tank from the atmo 
sphere and a lifting gas is pumped out of the tank and into 
the hull to cause the airship to descend according to one 
embodiment of the invention. 

SUMMARY OF THE INVENTION 

One embodiment of the invention provides an active 
density control buoyancy (DCB) system that allows an 
airship or other lighter-than-air vehicle to achieve vertical 
take off and landing (VTOL) without dynamic lift or vec 
tored engine thrust, by manipulating the ratio of air to lifting 
gas contained within the airship, and thus the overall mass 
of the airship. This manipulation is accomplished by actively 
compressing and/or decompressing the lifting gas, with the 
resulting pressure differential borne primarily by the hull 
and/or an internal pressure tank depending upon the con 
figuration. In addition to providing vertical control, the DCB 
system can also be used to compensate for changes in the 
static weight of the airship as a result of operational factors 
Such as fuel consumption, payload exchange, ambient tem 
perature change, lifting gas positive or negative Superheat, 
humidity and/or ambient air pressure changes. 
One embodiment of the invention provides an active DCB 

system in which a fixed-volume hull is filled with a lifting 
gas to provide lift to an airship. One or more flexible 
compartments and/or one or more fixed volume tanks are 
disposed within the hull having one or more pumps and 
valves to receive and release air. A controller is configured 
to pump the air from outside the airship and into the one or 
more flexible compartments and/or tanks under pressure. In 
the case of the flexible compartments, the air is pumped into 
them, inflating them under pressure and in turn compressing 
the lifting gas against the hull. As the lifting gas is com 
pressed and displaced by the one or more flexible compart 
ments, the airship becomes statically heavier and less buoy 
ant. In the case of a tank, the air is pumped into the tank 
under pressure, increasing the mass of air within the tank 
and compressing the air within the tank. As the mass of air 
within the tank increases, the airship becomes statically 
heavier and less buoyant. In either case, if a sufficient 
amount of air is pumped on board, the airship will become 
statically heavy enough to descend to the ground and even 
to remain grounded as payload is offloaded. Conversely, if a 
sufficient amount of air is released, the airship will become 
statically light enough to ascend. By pumping varying 
amounts of air into and out of the airship, the static weight 
of the airship (and thus its rate of ascent and/or descent) can 
be precisely controlled. 

Another embodiment of the invention provides an active 
density control system for an airship including a fixed 
Volume hull to hold a lifting gas and a fixed-Volume tank 
disposed within the hull, the fixed-volume tank having one 
or more pumps and/or valves to receive and release the 
lifting gas. A controller is configured to pump the lifting gas 
from the hull and into the fixed-volume tank. As the lifting 
gas is pumped into the tank under pressure, it is replaced by 
air that is pumped from the atmosphere into one or more 
flexible compartments disposed inside the hull. The airship 
becomes Statically heavier by an amount Substantially equal 
to the mass of the air pumped on board and the compression 
of the lifting gas. The controller is further configured to 
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4 
release the pressurized lifting gas from the fixed-volume 
tank back into the hull. As the lifting gas reenters the hull, 
air is forced or released from the one or more flexible 
compartments. The airship becomes statically lighter by an 
amount Substantially equal to the mass of air displaced by 
the decompressing lifting gas and released back into the 
atmosphere. In this manner the static weight of the vehicle 
can be altered as desired, thus providing vertical control of 
the airship. In this embodiment, the greatest pressure dif 
ferential is borne by the fixed-volume tank, and therefore the 
ability of the fixed-volume tank to withstand pressure is 
important. 

Another embodiment of the invention provides an active 
density control system for an airship including a hull con 
figured to hold a lifting gas, a fixed-volume tank contained 
within the hull and configured to hold air, a first outlet device 
for releasing air from the fixed-volume tank to decrease the 
static weight of the airship, and a first inlet device for 
introducing air into the fixed-volume tank to increase the 
static weight of the airship. The system may also include one 
or more flexible compartments contained within the hull and 
configured to hold air. Also, the system may include a 
second outlet device for releasing air from the one or more 
flexible compartments to decrease the static weight of the 
airship, and a second inlet device for introducing air into the 
one or more flexible compartments to increase the static 
weight of the airship. 

Another embodiment of the invention provides an active 
density control system for an airship including a fixed 
volume hull to hold a lifting gas and a fixed-volume tank 
disposed within the hull, the fixed-volume tank having a first 
section to hold air and a second section to hold the lifting 
gas, the two sections of the fixed-volume tank separated by 
a flexible, gas impermeable divider. One or more valves 
and/or pumps serve to move air and/or the lifting gas into 
and out of the fixed-volume tank. In one embodiment, a 
controller is configured to control the one or more valves 
and/or pumps to pump air into the first section of the tank, 
forcing the lifting gas in the second section of the tank into 
the hull via a valve. In this embodiment, the greatest 
pressure differential is borne by the hull. In a second 
embodiment, a controller is configured to control the one or 
more valves and/or pumps to pump air into the first section 
of the tank, compressing the lifting gas in the second section 
of the tank. In the second embodiment, the greatest pressure 
differential is borne by the fixed-volume tank. In these 
embodiments, the mass of air pumped into the tank increases 
the static weight of the airship. The controller is also 
configured to control the one or more valves and/or pumps 
to release air from the tank back into the atmosphere, 
thereby decreasing the static weight of the airship. In the first 
embodiment, the compressed lifting gas within the hull is 
allowed to expand back into the fixed-volume tank via a 
pump or valve. In the second embodiment, the lifting gas in 
the second section of the tank expands as it is depressurized. 
The hull and/or the fixed-volume tank should be con 

structed to withstand the required pressure differentials. The 
hull may be non-rigid, semi-rigid, rigid or monocoque. The 
one or more flexible compartments may be made from 
fabric, plastic, polymers, composites or other flexible, gas 
impermeable textiles. The fixed-volume tank may be made 
from fabric, lightweight metal, plastic, polymers, compos 
ites or other lightweight, gas-impermeable materials or 
textiles. 
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DETAILED DESCRIPTION 

Methods and systems that implement the embodiments of 
the various features of the invention will now be described 
with reference to the drawings. The drawings and the 
associated descriptions are provided to illustrate embodi 
ments of the invention and not to limit the scope of the 
invention. Reference in the specification to “one embodi 
ment' or “an embodiment' is intended to indicate that a 
particular feature, structure, or characteristic described in 
connection with the embodiment is included in at least an 
embodiment of the invention. The appearances of the phrase 
“in one embodiment” or “an embodiment” in various places 
in the specification are not necessarily all referring to the 
same embodiment. Throughout the drawings, reference 
numbers are re-used to indicate correspondence between 
referenced elements. In addition, the first digit of each 
reference number indicates the figure in which the element 
first appears. 

In the following description, certain terminology is used 
to describe certain features of one or more embodiments of 
the invention. For instance, the term “density control buoy 
ancy system” or "DCB system as described herein may 
include, but is not necessarily limited to, a system for 
adjusting the aerostatic lift of an airship by altering the ratio 
of air to lifting gas contained within the airship, and thus the 
overall mass of the airship. The term “airship’ as described 
herein may include, but is not necessarily limited to, an 
aircraft, an airship, a blimp, a hybrid aircraft and/or any 
other vehicle that employs a lifting gas. In one embodiment, 
the DCB system may include, but is not necessarily limited 
to, one or more tanks and/or one or more flexible compart 
ments. The term "tank” as described herein may include, but 
is not necessarily limited to, a device capable of holding a 
fluid, a gas and/or other Substance and capable of withstand 
ing a specific internal pressure and/or external pressure. The 
tank may be shaped in the form of for example, a circle, an 
ellipse, a sphere, a cylinder, a donut, a toroid, or any other 
shape Suitable for containing a pressurized gas given the 
configuration of the airship in question, or any combinations 
thereof. The term “hull' as described herein may include, 
but is not necessarily limited to, a monocoque, rigid, semi 
rigid or non-rigid hull, envelope or other enclosure capable 
of holding a fluid, a gas and/or other substance and capable 
of withstanding a specific internal pressure and/or external 
pressure. The term “flexible compartment as described 
herein may include, but is not necessarily limited to, a 
chamber, a bag, a balloon, a cell, a tube or any other flexible, 
gas-impermeable enclosure. The hull, tank and/or flexible 
compartment may be constructed from a wide variety of 
materials including, but not necessarily limited to, light 
metals, composites and/or fabrics formed in a variety of 
sizes and shapes. 

FIG. 1 illustrates a front perspective view of an airship 
100 that employs a DCB system according to one embodi 
ment of the invention. The hull 102 may be made of a 
flexible (e.g., fabric) and/or rigid (e.g., lightweight metal or 
composite) material, or a combination thereof, that provides 
structural integrity to the airship 100, alone or in conjunction 
with, an internal structural framework. The hull 102 may be 
configured in the shape of a sphere, a flattened sphere or 
ellipse (i.e., lenticular or "saucer shape), a donut, a toroid, 
a cigar (i.e., resembling a traditional blimp), and various 
other aerodynamic shapes. 
The hull 102 may be designed to contain one or more 

lifting gases (e.g., helium, hydrogen, heated air, oxygen, 
other gases, and/or combinations thereof) or to enclose one 
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6 
or more chambers (e.g., balloons or cells) that may contain 
the one or more lifting gases. The lifting gases may provide 
all or most of the lift so that little or no additional energy is 
expended to lift the airship 100 in the air. In one embodi 
ment, the hull 102 and/or an internal pressure tank(s) may be 
pressurized. 
The airship 100 may be rigid (an airship whose shape is 

maintained by an internal framework covered with fabric 
and whose lifting gas is contained in a separate chamber or 
chambers within the internal framework), semi-rigid (an 
airship with a rigid keel and an envelope shape maintained 
by internal gas pressure) or non-rigid (an airship with an 
envelope shape maintained only by internal gas pressure). In 
one embodiment, the hull 102 may also be a monocoque hull 
made up of rigid, gas-impermeable composite sections 
directly containing one or more lifting gases. The mono 
coque hull provides rigidity to the airship 100 without 
requiring a separate rigid internal framework. In another 
embodiment, the hull 102 includes a pressurized flexible 
fabric envelope that is stabilized with a composite or metal 
framework ring disposed around the perimeter of the hull 
102. 
The airship 100 may also include one or more propulsion 

devices or systems 104, including, but not necessarily lim 
ited to, propellers, engines, motors, electro-kinetic drives 
and/or jets, which serve to generate a thrust to move the 
airship 100 in a particular direction. The propulsion system 
104A may operate in the same or in a different manner as the 
propulsion system 104B. The airship 100 may also include 
a cabin 106 to house an operator, passengers, cargo, equip 
ment, a control room, etc. As shown in FIG. 1, the cabin 106 
may be positioned outside the hull 102 and centered about 
the underside of the hull 102 (see also FIG. 2). In other 
embodiments, the cabin 106 may be located either inside or 
outside the hull 102 at various locations. The airship 100 
may include a plurality of landing supports and wheels 108 
for takeoff and landing. 

FIG. 2 illustrates an underside view of the airship 100 of 
FIG. 1 that employs a DCB system according to one 
embodiment of the invention. In one embodiment of the 
invention, the airship 100 has a lenticular hull 102. As 
shown, the cabin 106 may be centered about the underside 
of the airship 100 and the two propulsion systems 104A and 
104B may be disposed at the underside and at opposite sides 
of the airship 100. 

FIG. 3A illustrates a cross-sectional view of the airship 
100 with a DCB system 300 in equilibrium or ascent (i.e., 
positive buoyancy) where the hull 102 is under relatively 
lower pressure according to one embodiment of the inven 
tion. The DCB system 300 is housed within the hull 102 of 
the airship 100 and employs one or more mechanisms to 
control the ascent or descent of the airship 300. The DCB 
system 300 is used to provide the airship 100 with active 
control of its static weight and to provide vertical control of 
the airship 100. Additionally, the DCB system 300 is used to 
compensate for various external factors that might affect the 
static weight of the airship 100. Such as a change in ambient 
atmospheric conditions, the consumption of fuel, the off 
loading of passengers and cargo, or a change in the level of 
superheat of the helium gas. The DCB system 300 advan 
tageously overcomes many of the drawbacks and inefficien 
cies of conventional static weight control mechanisms such 
as ballasting, gas release, dynamic lift and vectored engine 
thrust. The DCB system 300 does not require the carrying of 
excess weight, or the release of lifting gas, to compensate for 
expected weight changes of the airship 100 during flight, or 
the use of dynamic lift or vectored engine thrust. 
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The DCB system 300 includes a flexible compartment 
302 that is positioned within the hull 102. In one embodi 
ment, the hull 102 is a fixed-volume, gas-filled hull that is in 
physical contact with the flexible compartment 302. The 
flexible compartment 302 may be positioned along and in 5 
contact with a bottom (e.g., dome-shaped) surface 308 of the 
hull 102. The flexible compartment 302 is designed to hold 
air 312 and to control the vertical ascent and descent of the 
airship 100. The flexible compartment 302 may include an 
inlet valve and/or pump 304 to control or regulate the flow 10 
of the air 312 into the flexible compartment 302 and an 
outlet valve and/or pump 306 to control or regulate the flow 
of the air 312 out of the flexible compartment 302. In one 
embodiment, a single bi-directional pump and/or valve can 
be used to control or regulate the flow of the air 312 into and 15 
out of the flexible compartment 302. The DCB system 300 
may include a processor (or a controller) located in the cabin 
106 for controlling the functions and operations of the inlet 
valve and/or pump 304 and the outlet valve and/or pump 
306. The pilot of the airship 100 may control or operate the 20 
processor. 
The flexible compartment 302 may be made of, or 

include, any material that permits the flexible compartment 
302 to expand and contract depending on the pressure 
differential between a lifting gas 310 (e.g., helium or hydro- 25 
gen) inside the hull 102 and the air 312 inside the flexible 
compartment 302. The hull 102 contains the lifting gas 310 
that is lighter than air to provide buoyancy or “lift” to the 
airship 100. In one embodiment, the flexible compartment 
302 may be made of a gas-impermeable material to prevent 30 
the lifting gas 310 from mixing with the air 312 within the 
flexible compartment 302. In one embodiment, the flexible 
compartment 302 is an enclosed Volume that expands as 
outside air is introduced into it and contracts as the air is 
removed. The flexible compartment 302 may be centrally or 35 
peripherally mounted inside the hull 102. 

During ascent of the airship 100, as shown in FIG. 3A, the 
hull 102 is almost completely filled with the lifting gas 310 
and the flexible compartment 302 is deflated against the 
bottom surface 308 of the hull 102. In this configuration, the 40 
airship 100 is statically light and does not require the use of 
dynamic lifting forces or vectored engine thrust to remain 
airborne. In this configuration, the lifting gas 310 within the 
hull 102 is under minimal or reduced pressure and the mass 
of air within the flexible compartment 302 is at a minimum 45 
or low amount. 
To cause the airship 100 to ascend, the air 312 from inside 

the flexible compartment 302 is pumped (using the pump 
304) or released (using one or more one-way valves 306) 
into the atmosphere, Subtracting mass (i.e., air) from the 50 
airship 100 and lowering the density of the lifting gas 310 as 
it is decompressed. The lifting gas 310 is under pressure and 
thus pushes on the flexible compartment 302, forcing the air 
312 out of the outlet valves 306, as shown in FIG. 3A. The 
release of the air 312 from the flexible compartment 302 can 55 
also be facilitated by the pump 304. The airship 100 thus 
becomes statically lighter in an amount Substantially equal 
to the mass of air 312 released into the atmosphere and 
displaced by decompressing lifting gas 310, resulting in 
increased buoyancy or “lift.” In this mode of operation, the 60 
lifting gas 310 within the hull 102 is decompressed due to 
the removal of the air from the flexible compartment 302 and 
the overall internal pressure exerted on the hull 102 is 
decreased. 
The rate at which the flexible compartment 302 decreases 65 

in volume and releases air 312 into the outside atmosphere 
can be accurately regulated by operation of the inlet valve 

8 
and/or pump 304 and/or the outlet valve and/or pump 306, 
which in turn controls the rate of ascent of the airship 100 
and the altitude to which it ascends and achieves equilib 
rium. The ratio of the volume of lifting gas 310 in the hull 
102 and the volume of air 312 in the flexible compartment 
302 can be altered rapidly and accurately enough to provide 
a pilot with ample control for all flight maneuvers including 
take off and landing, in-flight altitude changes, and the 
loading and unloading of passengers and cargo. 

FIG. 3B illustrates a cross-sectional view of the airship 
100 with a DCB system 300 in descent (i.e., negative 
buoyancy) where the hull 102 is under relatively higher 
pressure according to one embodiment of the invention. To 
cause the airship 100 to descend, air from the outside 
atmosphere is pumped (using the pump 304) into the flexible 
compartment 302, thereby adding mass to the airship 100 
and increasing the density of the lifting gas 310 as it is 
compressed. As the outside air is pumped into the flexible 
compartment 302, the flexible compartment 302 expands 
and displaces a Substantially equal amount of the lifting gas 
310. Accordingly, the lifting gas 310 within the hull 102 is 
compressed and the overall internal pressure exerted on the 
hull 102 is increased. In this configuration, the airship 100 
becomes statically heavier due to the increased mass of the 
air 312 within the hull 102. 
The amount or distance the airship 100 descends can be 

controlled by pumping or introducing varying amounts of air 
312 into the flexible compartment 302. The larger the 
volume of air inside the flexible compartment 302, the 
greater the static weight of the airship 100. The airship 100 
descends until it once again reaches equilibrium in the 
denser air at lower altitudes. Once equilibrium is reached, 
the airship 100 stops descending. If air 312 continues to be 
pumped into the flexible compartment 302, the airship 100 
becomes heavy enough to descend to the ground. The DCB 
system 300 also has the ability to compensate for operational 
and/or atmospheric conditions when the airship 100 is flying 
or is landed or parked. For example, the pilot or the 
processor may operate the inlet valve and/or pump 304 
and/or the outlet valve and/or pump 306 to compensate for 
changes in temperature, altitude, atmospheric pressure, fuel 
burn, cargo offloading and/or Superheat. The size of the 
flexible compartment 302 and the operator's ability to 
displace the lifting gas 310 with air 312 is limited by the 
maximum pressure differential that can be borne by the hull 
102. 

FIG. 3C illustrates a cross-sectional view of an airship 
100 having a toroidal-shaped, flexible compartment 302 
positioned around a bottom surface 308 of the hull 102 
according to one embodiment of the invention. In one 
embodiment, the flexible compartment 302 is positioned on 
the bottom Surface 308 of the hull 102. Within the flexible 
compartment 302, one or more baffles 314 may be used to 
provide support and stability to the flexible compartment 
302. In one embodiment, the flexible compartment 302 
includes four (4) baffles 314 that are substantially perpen 
dicular to and equi-spaced around the bottom surface 308 of 
the hull 102. In between the four (4) baffles 314 are four (4) 
sections that may contain the air 312. The baffles 314 may 
be made of the same material as the flexible compartment 
302 or a different material such as plastic. The baffles 314 
may include one or more holes or passageways to allow and 
regulate the flow of air 312 from one section of the flexible 
compartment 302 to another section of the flexible compart 
ment 302. In one embodiment, the baffles 314 are connected 
or fastened to the bottom Surface 308 of the hull 102 to limit 
the movement of the flexible compartment 302 within the 
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hull 102 and/or to prevent the flexible compartment 302 
from shifting away from its position within the hull 102 
during the inflation or deflation of the flexible compartment 
302. Large movements of the flexible compartment 302 may 
adversely affect the center of gravity of the airship 100. 
Cables may be used in addition to the baffles 314 or in place 
of the baffles 314 to secure and support the flexible com 
partment 302 within the hull 102. 

FIG. 3D illustrates a perspective view of the airship 100 
of FIG. 3C with a portion of the hull 102 removed to show 
the flexible compartment 302 positioned within the hull 102 
according to one embodiment of the invention. As shown, 
the flexible compartment 302 may be shaped like a donut or 
toroid. Generally, the flexible compartment 302 is located 
within the bottom half of the hull 102 and below a horizontal 
plane 318 (see FIG. 3C) defined by a ring 316. The ring 316 
is used, among other things, to provide Support to the hull 
102 and/or the flexible compartment 302 and as an attach 
ment point and mounting Surface. 

FIG. 4A illustrates a cross-sectional view of the airship 
100 including an active DCB system 400 having a fixed 
Volume pressure tank 401 (e.g., a composite pressure vessel) 
and one or more flexible compartments 402 where a lifting 
gas 410 is released from or pumped out of the pressure tank 
401 to cause the airship 100 to ascend according to one 
embodiment of the invention. The pressure tank 401 may be 
a fixed-volume device that contains the lifting gas 410 and 
may be centrally mounted inside the hull 102. The pressure 
tank 401 may be in the shape of a cylinder, a ball, a sphere, 
a prism or any other shape capable of holding a pressurized 
gas. The one or more flexible compartments 402 (e.g., 402A 
and 402B) may be located on an inner bottom surface 408 
of the hull 102. The pressure tank 401 may include one or 
more inlet valves and/or pumps 404 and one or more outlet 
valves and/or pumps 406 to permit the lifting gas 410 to be 
pumped into and out of the pressure tank 401. The lifting gas 
410 is generally compressed into the pressure tank 401 via 
the pump 404 and is released into the hull 102 via the outlet 
valve 406. As the lifting gas 410 is released into the hull 102. 
air 412 is forced out of, or released from, the one or more 
flexible compartments 402 via the one or more outlet valves 
and/or pumps 416. The airship 100 becomes statically 
lighter in an amount Substantially equal to the mass of the air 
412 forced out of, or released from, the one or more flexible 
compartments 402 and the airship 100 ascends. 

FIG. 4B illustrates a cross-sectional view of the airship 
100 including an active DCB system 400 having a pressure 
tank 401 and one or more flexible compartments 402 where 
the lifting gas 410 is pumped into the pressure tank 401 and 
the outside air 412 is introduced into the one or more flexible 
compartments 402 to cause the airship 100 to descend 
according to one embodiment of the invention. As the lifting 
gas 410 is removed from the hull 102 and compressed into 
the tank 401 via the one or more inlet valves and/or pumps 
404, the one or more flexible compartments 402 expand and 
are filled with the outside air 412 in an amount substantially 
equal to the volume of the lifting gas 410 that has been 
pumped from the hull 102 into the pressure tank 401. Thus, 
the airship 100 becomes statically heavier in an amount 
substantially equal to the mass of the outside air 412 
introduced into the flexible compartments 402. The one or 
more inlet valves and/or pumps 404 may be used to com 
press or pump the lifting gas 410 into the pressure tank 401. 
The DCB system 400 is designed to place a minimal 

amount of pressure on the hull 102. Instead of compressing 
the lifting gas 410 within the hull 102, as in the DCB system 
300, the lifting gas 410 is compressed only within the 
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pressure tank 401. The air 412 is pumped into or out of the 
one or more flexible compartments 402 in response to 
pressure changes in the lifting gas 410 as it is pumped into 
or out of the pressure tank 401. The operational effectiveness 
of the DCB system 400 is limited by the maximum pressure 
differential that can be borne by the tank 401. 

FIG. 5A illustrates a cross-sectional view of the airship 
100 with a DCB system 500 having a tank 501 (e.g., a 
composite pressure vessel) and one or more flexible com 
partments 502 (e.g., 502A and 502B) where air 512 is 
pumped out of the tank 501 into the atmosphere to cause the 
airship 100 to ascend according to one embodiment of the 
invention. The tank 501 may be a fixed-volume device that 
contains air 512 and may be centrally mounted inside the 
hull 102. The one or more flexible compartments 502 are 
generally positioned on an inner bottom surface 508 of the 
hull 102. A lifting gas 510 is contained within or dispersed 
throughout the hull 102 and surrounds the tank 501 and the 
one or more flexible compartments 502. 
The tank 501 may include one or more inlet valves and/or 

pumps 504 and one or more outlet valves and/or pumps 506 
to permit air 512 to be pumped into and out of the tank 501 
to increase and decrease the weight of the airship 100. The 
air 512 may be released into the atmosphere via the outlet 
valve and/or pump 506 to cause the airship 100 to ascend. 
The flexible compartment 502 may also contain air 512 and 
may be positioned within the hull 102. As the air 512 is 
forced out of, or released from, the one or more flexible 
compartments 502 via the one or more valves and/or pumps 
516, the flexible compartment 502 diminishes in size, thus 
reducing the pressure within the hull 102. The airship 100 
becomes statically lighter in an amount substantially equal 
to the mass of the air 512 forced out of, or released from, the 
tank 501 and the airship 100 ascends. The flexible compart 
ment 502 compensates for changes in the volume of the 
lifting gas 510 as the airship 100 gains altitude and/or in 
response to temperature changes. The flexible compartments 
502A and 502B may be configured to react to these changes, 
for example, the air 512 may be forced into the flexible 
compartments 502A and 502B via the inlet valves and/or 
pumps 514A and 514B or forced out of the flexible com 
partments 502A and 502B via the outlet valves and/or 
pumps 516A and 516B. 

FIG. 5B illustrates a cross-sectional view of the airship 
100 with a DCB system 500 having the tank 501 and the one 
or more flexible compartments 502 where the outside air 512 
is pumped into the tank 501 from the outside atmosphere to 
cause the airship 100 to descend according to one embodi 
ment of the invention. As the air 512 is introduced into the 
tank 501, the airship 100 becomes statically heavier in an 
amount substantially equal to the mass of the air 512 
introduced. The one or more inlet valves and/or pumps 504 
may be used to compress or pump the outside air 512 into 
the tank 501. The flexible compartments 502A and 502B 
compensate for changes in the volume of the lifting gas 510 
as the airship 100 loses altitude and/or in response to 
temperature changes. The flexible compartments 502A and 
502B may be configured to react to these changes, for 
example, the air 512 may be forced into the flexible com 
partments 502A and 502B via the inlet valves and/or pumps 
514A and 514B or forced out of the flexible compartments 
502A and 502B via the outlet valves and/or pumps 516A and 
S16B. 
The DCB system 500 is designed to place a minimal 

amount of pressure on the hull 102. Instead of compressing 
the lifting gas 410 within the hull 102, as in the DCB system 
300, air 512 is compressed within the tank 501. The air 512 
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is pumped into or out of the one or more flexible compart 
ments 502 in response to pressure changes in the lifting gas 
510 as the airship 100 ascends or descends, or in response 
to environmental or operational changes. The operational 
effectiveness of the DCB system 500 is limited by the 
maximum pressure differential that can be borne by the tank 
SO1. 

In one or more of these embodiments, the tank (e.g., 501) 
is designed to be under maximum or high pressure when the 
airship 100 is on the ground at sea level (consistent with 
mission requirements and the pressure strength of the tank) 
when air or the lifting gas has been pumped into the tank to 
make the airship heavy enough to land and exchange pay 
load. Whenever the airship 100 is operating at elevations 
above sea level, the tank pressure is low. 

FIG. 6A illustrates a cross-sectional view of the airship 
100 with a DCB system 600 having a tank 601 (e.g., a 
composite pressure vessel) where air 604 is pumped out of 
the tank 601 into the atmosphere allowing a lifting gas 605 
to flow into the tank 601, causing the airship 100 to ascend 
according to one embodiment of the invention. The DCB 
system 600 includes a divider 610 that separates a first 
section 612 of the tank 601 from a second section 614 of the 
tank 601. The divider 610 may be secured at the equator of 
the tank 601 and may have the shape of a circle or a 
hemisphere with the same diameter as or a larger diameter 
than the diameter of the tank 601. In one embodiment, the 
divider 610 is a non-rigid, flexible, gas impermeable dia 
phragm or membrane, which can be made from any gas 
impermeable textile suitable for the purpose, for example, 
fabrics, plastics and/or polymers. The first section 612 of the 
tank 601 contains air 604 and the second section 614 of the 
tank 601 contains the lifting gas 605. The divider 610 is 
secured to an inner perimeter of the tank 601 so that the air 
604 contained in the first section 612 does not interact or mix 
with the lifting gas 605 contained in the second section 614. 
The lifting gas 605 contained in the second section 614 of 
the tank 601 is the same lifting gas that fills the hull 102. 

The tank 601 may be a gas-impermeable tank made of 
metal, composite materials and/or fabric and centrally 
mounted inside the hull 102. The tank 601 may be shaped 
and sized to make the airship 100 statically light when 
substantially full of the lifting gas 605, and statically heavy 
when substantially full of the air 604. The one or more 
valves and/or pumps 606 and 608 may be used to control the 
flow of air 604 into and out of the first section 612 of the tank 
601. The one or more valves and/or pumps 616 may be used 
to control the flow of the lifting gas 605 into and out of the 
second section 614 of the tank 601 and the main hull area 
containing the lifting gas 605, as pressure differentials 
change. The one or more valves and/or pumps 616 allow the 
lifting gas 605 to be transferred from the hull 102 to and 
from the tank 601, such that the hull 102 withstands a 
minimal amount of pressurization Sufficient to retain the 
integrity of the hull 102, with most or all of the pressuriza 
tion borne by the tank 601. Alternatively, depending on the 
design of the airship 100 and the relative strengths of the 
material used to make the hull 102 and the tank 601, the 
DCB system 600 may be configured and/or operated in such 
a manner that the pressure can be apportioned as desired 
between the hull 102 and the tank 601. 

The tank 601 is primarily filled with the lifting gas 605 to 
provide the maximum amount of lift. In this instance, some 
air 604 is released from and/or forced out of the first section 
612 of the tank 601 and into the atmosphere, reducing the 
static weight of the airship 100. That is, the second section 
614 of the tank 601 is filled with the lifting gas 605 while the 
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air 604 is removed from the first section 612 of the tank 601, 
thus creating a higher ratio of lifting gas 605 to air 604 
within the tank 601. The one or more valves and/or pumps 
616 may be used to maintain the flow rate of the lifting gas 
605 into the tank 601, such that the pressure differential 
between the hull 102 and the outside atmosphere is kept at 
a desired level. As the tank 601 is filled with the lifting gas 
605, the divider 610 is pushed against or near the bottom half 
of the tank 601. With the second section 614 under a positive 
pressure, the lifting gas 605 pushes the air 604 out of the 
tank 601 and additionally, the one or more valves and/or 
pumps 606 and 608 may be used to remove the air 604 from 
the first section 612 of the tank 601. 

FIG. 6B illustrates a cross-sectional view of the airship 
100 with a DCB system 600 having the tank 601 where air 
604 is pumped into the tank 601 from the atmosphere and a 
lifting gas 605 is pumped out of the tank 601 into the hull 
102 to cause the airship 100 to descend according to one 
embodiment of the invention. To cause the airship 100 to 
descend, the outside air 604 is pumped into the first section 
612 of the tank 601 by the one or more valves and/or pumps 
606, forcing the lifting gas 605 in the second section 614 of 
the tank 601 back into the hull 102 via the one or more 
valves and/or pumps 616, thus creating a higher ratio of air 
604 to the lifting gas 605 within the tank 601. Additionally, 
the lifting gas 605 may also be actively pumped from the 
second section 614 of the tank 601 into the hull 102 through 
the one or more valves and/or pumps 616. Alternatively, the 
lifting gas 605 may be compressed within the second section 
614 of the tank 601 rather than released into the hull 102 
through the one or more valves and/or pumps 616, in which 
case the pressure differential will be borne by the tank 601 
rather than the hull 102. The air 604 and the lifting gas 605 
are prevented from mixing by the divider 610. As the outside 
air 604 moves into the first section 612 of the tank 601, the 
airship 100 becomes statically heavier. 
The airship 100 becomes statically heavier in an amount 

Substantially equal to the mass of the air pumped onboard 
and, if the tank 601 is designed large enough and Sufficient 
air is pumped into it, the airship 100 becomes statically 
heavy enough to descend to the ground and remain on the 
ground even after a significant amount of payload is off 
loaded. By accurately controlling the different amounts of 
the lifting gas 605 in the second section 614 of the tank 601, 
and the air 604 in the first section 612 of the tank 601, the 
weight of the airship 100 can be precisely controlled, 
thereby providing the pilot with full vertical control of the 
airship 100 at all times. 
The various DCB systems may compensate for changes in 

operating conditions (e.g., pressure and temperature 
changes, fuel consumption, the loading and offloading of 
payload, etc.). For example, a pilot may operate the DCB 
system to compensate for a change in the static weight of the 
airship 100 caused by superheat, whether on the ground or 
in flight. 

Another embodiment of the invention provides for one or 
more controllers to control the operation of the valves and/or 
pumps of the various DCB systems described above. That is, 
a controller may operate the inlet and/or outlet valves and/or 
pumps to reach a desired altitude and/or static weight. A 
plurality of sensors may provide the controller with the 
necessary information to determine when one or more of the 
inlet and/or outlet valves and/or pumps should be operated. 
For example, pressure and/or temperature sensors may 
monitor the pressures in the hull, the flexible compart 
ment(s), tank(s), and/or the outside ambient pressure and 
temperature in order to determine proper pressure differen 
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tials and/or absolute pressures. These pressure and tempera 
ture readings can be used by the controller to operate the 
inlet and/or outlet valves and/or pumps so as to reach a 
desired static weight, internal pressure and/or altitude for the 
airship. Some or all of the inlet and/or outlet valves and/or 
pumps may be fitted with automatic controls, independent of 
all other flight control systems, which are programmed to 
automatically operate should pressures reach preset levels 
either high or low. As necessary, some or all of the valves 
and/or pumps may be provided with completely indepen 
dent, manually operated controls so that they may be directly 
operated by flight personnel, in case of an emergency, 
without the need for an electronic interface. 

Another embodiment of the invention, for those systems 
involving one or more flexible compartments, provides the 
ability to actively control the flight characteristics of the 
airship. By altering the mass of air in one or more of the 
flexible compartments, for example, the center of buoyancy 
and/or center of gravity can be shifted to various points 
within the airship. By altering the center of buoyancy and/or 
center of gravity, one can actively control the airship's 
balance, trim, angle of attack and/or dynamic lift. 

While various airships have been described, the inven 
tions disclosed herein may be implemented in various types 
of applications (e.g., blimps, airships, “hybrid aircraft, 
underwater craft, Submarines, etc.) and mediums where 
buoyancy control is desired. Note that the size and dimen 
sions of the hull, flexible compartment(s), and tank(s) may 
vary depending on the application, the materials available, 
and the vertical control response desired. 

While certain exemplary embodiments have been 
described and shown in the accompanying drawings, it is to 
be understood that such embodiments are merely illustrative 
of and not restrictive on the broad invention, and that this 
invention not be limited to the specific constructions and 
arrangements shown and described, since various other 
changes, combinations, omissions, modifications and Sub 
stitutions, in addition to those set forth in the above para 
graphs, are possible. Those skilled in the art will appreciate 
that various adaptations and modifications of the just 
described preferred embodiment can be configured without 
departing from the scope and spirit of the invention. There 
fore, it is to be understood that, within the scope of the 
appended claims, the invention may be practiced other than 
as specifically described herein. 
What is claimed is: 
1. A system for controlling the aerostatic lift of an airship, 

comprising: 
a self-supporting monocoque hull made of a gas-imper 

meable material and containing a first gas under an 
internal pressure greater than an external pressure out 
side the self-supporting monocoque hull; 

a compartment located within the self-supporting mono 
coque hull and containing a second gas; 

a first device coupled to the compartment to control a flow 
of the second gas into the compartment to increase the 
static weight of the compartment and to increase the 
internal pressure and out of the compartment to 
decrease the static weight of the compartment and to 
decrease the internal pressure; 

at least two propulsion devices positioned at opposite 
ends of the self-supporting monocoque hull; and 

a cabin coupled to the self-supporting monocoque hull, 
the cabin does not provide structural support to the self 
Supporting monocoque hull. 

2. The system of claim 1 wherein the self-supporting 
monocoque hull has a fixed-volume. 
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3. The system of claim 1 wherein the first gas is lighter 

than the second gas. 
4. The system of claim 1 wherein the first gas is helium 

and the second gas is air. 
5. The system of claim 1 wherein the compartment is a 

fixed-volume tank. 
6. The system of claim 1 wherein the compartment is a 

flexible compartment. 
7. The system of claim 1 wherein the first device is a 

valve. 
8. The system of claim 1 wherein the first device is a 

pump. 
9. The system of claim 1 further comprising a tank 

configured to contain at least a portion of the first gas. 
10. The system of claim 9 further comprising a second 

device coupled to the tank to control a flow of the first gas 
into the tank to decrease the static weight of the tank and out 
of the tank to increase the static weight of the tank. 

11. The system of claim 10 wherein the second device is 
a valve. 

12. The system of claim 10 wherein the second device is 
a pump. 

13. A system for controlling the aerostatic lift of an 
airship, comprising: 

a self-supporting monocoque hull having an inner Surface 
and configured to hold a lifting gas under a pressure 
greater than atmospheric pressure, the lifting gas being 
in contact with the inner Surface of the self-supporting 
monocoque hull; 

a flexible compartment contained within the self-support 
ing monocoque hull and configured to hold air; 

a first device coupled to the flexible compartment for 
allowing air into the flexible compartment to expand 
the flexible compartment and increase the pressure of 
the lifting gas and for removing air from the flexible 
compartment to contract the flexible compartment and 
decrease the pressure of the lifting gas; and 

a cabin coupled to the self-supporting monocoque hull, 
the cabin does not provide structural support to the 
self-supporting monocoque hull. 

14. The system of claim 13 wherein the flexible compart 
ment is positioned on a bottom Surface of the self-supporting 
monocoque hull. 

15. The system of claim 13 wherein the flexible compart 
ment is made of a gas-impermeable material and has a 
toroidal shape. 

16. The system of claim 13 further comprising one or 
more baffles positioned within the flexible compartment to 
partition the flexible compartment into one or more sections, 
for providing support and stability to the flexible compart 
ment, and for regulating the air flow between the one or 
more sections. 

17. The system of claim 13 wherein the first device is 
selected from a group consisting of a controller, a pump, a 
valve, and combinations thereof. 

18. The system of claim 13 further comprising a tank 
configured to hold at least a potion of the lifting gas. 

19. The system of claim 18 further comprising a second 
device coupled to the tank to control a flow of the lifting gas 
from the self-supporting monocoque hull to the tank to 
increase the pressure of the lifting gas in the tank and from 
the tank to the self-supporting monocoque hull to decrease 
the pressure of the lifting gas in the tank. 

20. A system for controlling the aerostatic lift of an 
airship, comprising: 

a self-supporting monocoque hull made of a gas-imper 
meable material arid configured to hold a lifting gas; 
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a first flexible compartment contained within the self 
Supporting monocoque hull and configured to hold air 
that is above atmospheric pressure; 

a first outlet device for releasing air from the first flexible 
compartment to decrease the static weight of the air- 5 
ship; 

a first inlet device for introducing air into the first flexible 
compartment to increase the static weight of the air 
ship; and 

a cabin coupled to the self-supporting monocoque hull, 10 
the cabin does not provide structural support to the 
self-supporting monocoque hull. 

21. The system of claim 20 wherein the first outlet device 
is a valve and the first inlet device is a pump. 

22. The system of claim 20 further comprising a second 15 
flexible compartment contained within the self-supporting 
monocoque hull and configured to hold air. 

23. The system of claim 22 further comprising: 
a second outlet device for releasing air from the second 

flexible compartment to decrease the static weight of 20 
the airship; and 

a second inlet device for introducing air into the second 
flexible compartment to increase the static weight of 
the airship. 

24. The system of claim 20 further comprising a tank 25 
positioned within the self-supporting monocoque hull. 

25. The system of claim 24 further comprising a device 
coupled to the tank to control a flow of the lifting gas from 
the self-supporting monocoque hull to the tank to increase 
the pressure of the lifting gas in the tank and from the tank 30 
to the self-supporting monocoque hull to decrease the pres 
sure of the lifting gas in the tank. 

26. The system of claim 24 further comprising a device 
coupled to the tank to control a flow of air into the tank to 

16 
increase the static weight of the airship and out of the tank 
to decrease the static weight of the airship. 

27. A system for controlling the aerostatic lift of an 
airship, comprising: 

a single lenticular self-supporting hull made of a gas 
impermeable material and containing a first gas under 
an internal pressure greater than an external pressure 
outside the single lenticular self-supporting hull; 

a compartment located within the single lenticular self 
Supporting hull and containing a second gas; 

a first device coupled to the compartment to control a flow 
of the second gas into the compartment to increase the 
static weight of the compartment and to increase the 
internal pressure and out of the compartment to 
decrease the static weight of the compartment and to 
decrease the internal pressure; 

at least two propulsion devices positioned at opposite 
ends of the single lenticular self-supporting hull; and 

a cabin coupled to the single lenticular self-supporting 
hull, the cabin does not provide structural support to the 
single lenticular self-supporting hull. 

28. The system of claim 27 further comprising a tank 
configured to contain at least a portion of the first gas. 

29. The system of claim 28 further comprising a second 
device coupled to the tank to control a flow of the first gas 
into the tank to decrease the static weight of the tank and out 
of the tank to increase the static weight of the tank. 

30. The system of claim 27 wherein the first device is 
selected from a group consisting of a controller, a pump, a 
valve, and combinations thereof. 


